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ALIGARH IQBAL SAYEED 
PREFACE 
Road Transport is one of the most important 
infrastructures for the overall growth and development of 
our national economy. For a developing country like India, 
it has added significance. That is why the Planning 
Commission of the Government of India directed state 
Governments to establish public corporations in place of 
departmental road transport undertakings to provide 
adequate and economical service to the travelling 
passengers. The Road Transport Corporation Act of 1950 was 
enacted by the Central Government for the establishment of 
State Road Transport Corporations in various states. 
In the beginning the road transport in India was 
in the hands of private sector which had only profit 
motive, but now public transport department is also 
playing an important role for transporting the passengers 
and goods to distant places. The greatest challenge at the 
time of independence was to promote the transport system 
to fulfil the objectives of socio-economic advancement as 
envisaged in our development plans. Government took 
several steps during the plan periods to bring developnent 
in the area of road transport. No doubt road transport in 
Bihar is working well but there is a need to overhaul and 
modify in the management of public and private sector 
transport to come in the rank of advanced states. There is 
not only mismanagement and inefficiency in the BSRTC but 
also unfair and corrupt practices. 
IV 
In the present work entitled "Development ol: Road 
Transport in the State of Bihar during Plan Period", an 
attempt has been made to highlight the contribution and 
performance of road transport in general and Bihar road 
transport in particular. It also provides an insight into 
the working and organisation of this core sector. 
THE FRAMEWORK OF THE STUDY: 
The work has been divided into four chapters. The 
first chapter deals with the developmental aspects of road 
transport in India. It also sets out the historical 
background of road transport. The chapter highlights the 
socio-economic significance of the Road Transport and its 
role in providing the basic infrastructure for various 
sectors of the economy of the country. 
In the second chapter, an attempt has been made to 
examine and analyse the general development of road 
transport in Bihar. 
The third Chapter is devoted to make a critical 
study of the working and management of the Bihar State 
Road Transport Corporation (BSRTC). It also highlights 
the various amenities provided to the employees of BSRTC 
and causes of thier dissatisfaction. It also anlalvses 
the various broblgms and challenges faced by the BSRTC in 
its operation and working. 
It also focuses on the measures which have been 
adopted to overcome these problems. 
The fourth Chapter which is the concluding chapter 
gives a resume of the findings and conclusions of this 
dissertation. 
VI 
METHODLOGY ADOPTED : 
The whole work of this dissertation was carried 
out into two phases. The first phase of the study has 
been completed with the help of existing published 
literature. While in the second phase of this 
work,relevant information and necessary data have been 
collected from the primary and the secondary sources. For 
this, I have personally visited the various offices of 
Bihar State Road Transport and have gathered informations 
from the numerous functionaries of Road Transport. The 
detailed information and data thus collected have been 
systematically arranged, an analysis and interpretation of 
these data has been attempted for arriving at certain 
conclusions with regard to efficient working of Bihar Road 
Transport. 
In the end, I may say that I shall deem my efforts 
as rewarded if my suggestions based on the conclusions of 
the study on"Development of Road Transport in the state of 
Bihar during plan period" make some contribution in the 
formation of future policy on the working of Bihar State 
Road Transport as one of the important infrastructures in 
the state. 
Vll 
SURVEY OF LITERATURE 
A number of books, research papers and articles 
are available on the subject of road transport. Most of 
the books and papers have covered and depicted the role of 
transport as a basis of socio-economic development in the 
country. 
Singh, N.P. in his book on Financial Management 
in State Enterprises has highlighted the origin and growth 
of Bihar State Road Transport Corporation. The performance 
of the BSRTC, the system of accountability, organisation 
of finance function in the BSRTC etc. on the points which 
have been examined in the book. 
Khan, H.I.^ has worked on "problems of the BSRTC" 
and has given emphasis on the nationalised transport 
condition of Bihar, he has concentrated his research work 
on the BSRTC and problems attached to this particular 
organisation. He ha^ given remidial measures to solve the 
problems faced by the BSRTC. 
3 
Jain, J.K. in his book transport economics has 
given macro level transport condition. He has highlighted 
1. Singh, N.P., Financial Management in State Enterprises, 
Capital Publising House, Delhi, 1989. 
2. Khan, H.I., Problems of the BSRTC, Magadh Universicv, 
Gaya, 1989. 
3. Jain, J.K., Transport Economics. Chaitanya Publishir.2 
House, Allahabad, 1986. 
Vlll 
the condition of transport before independence and after 
independence and has analysed the socio-econornic 
significance of road transport, problems of road transport 
in general and various ways of bringing efficiency in the 
sector have been highlighted in the book. 
4 
Prasad, C. in his research report on "Role or 
transport in economic development with special reference 
to India" has devoted his energy for the developnental 
aspect of transport in India. He has highlighted the 
problens of transport and different agencies involved in 
the development of transport. He has given concrete points 
to solve the problems. 
Baig Nafees, Iqbal B.A., in their book on 
"Transport as a constraint for the Agro-Industrial 
Development of U.P." have pointed out the transport 
constraint as an important impediment in the growth of 
rural industries in the state of U.P. 
Various authors and researchers have thus worked 
on different aspects of road transport. The focus of my 
study has the developmental aspect of Road Transport in 
India in general and Bihar road transport in particular. 
The purpose of the study is to indicate the areas where 
road transport has become the most important impediment in 
4. Prasad, C , Role of Transport in Economic Develc::-enr 
v;ith Special reference to India, Bihar University. 
Muzaffarpur, 19 75. 
IX 
so far as the infrastrvictural development of the region is 
concerned. 
Bihar being an under-developed state, the main 
thrust of this study is to highlight the problems of road 
transport development in this particular state of the 
country. 
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C H A P T E R - I 
SOCIO-ECONOMIC SIGNI FICANCE OF ROAD TRANSPORT 
CHAPTER 
SOCIO ECONOMIC SIGNIFICANCE OF ROAD TRANSPORT 
Transport v;hich ensures movement of persons and 
things from one place to another constitutes one of the most 
important activities of men in all societies. In fact, the 
whole structure of industry and commerce rests on the well 
laid foundation of the transport system. This chapter 
examines and analyses the economics of road transport. The 
chapter also throws some light on the growth, development 
and role of road transport system in the economic 
development of the country. 
In the developed countries of the west, the 
transport system has not only helped the growth of industry 
and commerce but has also achieved most of the wider 
economic and social objectives. The Indian transportation 
system also contributes in significant ways to the economic 
and social life of the people. But, despite the implementa-
tion of five year plans, the transport system still finds 
itself in a state of inadequacy. Our country has not yet 
achieved sufficiency and self reliance in regard to the 
development of transport system. The crisis in the transport 
system stimulates crisis in other branches of economy. 
Similarly-, the crisis in other fields of economy reacts on 
the transport,system . 
1. Kashyap S.C., iransDort India. Lok Sabha Secretariat, 
New Delhi 1986. o. 1 ." • ' 
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No development of transport system can be regarded 
as complete unless & untill the road transport system is 
developed. It is road transport which can reduce regional 
disparities by transporting the goods from abundant area to 
slack area. Rail transport can not go to each and every 
place for transporting purpose. It is the multipurpose 
v-^enefit of the road transport which can transport goods of 
interior area and even load the goods of agricultural farms 
and industrial units located in remote areas. Various types 
of roads connect industrial cities, metropolitan cities, 
state capitals, border areas, districts, villages, remote 
areas, fairs etc. It provides the basic infractructure for 
bringing the majority of people who live in far off 
villages by connecting them with the rest of the country. 
Additionally, the role of road transport is steadily 
increasing with the spread of green revolution and 
industrial growth in the country. The road transport has 
also assumed greater importance as the growing demands for 
supply of inputs like fertilizers, seeds etc. as well as the 
transport of agricultural produce to markets calls for some 
well organised system of transportation. 
It is a fact that states like Punjab, UP, Haryana 
etc. are agriculturally developed and the states like 
Gujrat, Maharashtra etc. are industrially developed. Road 
transport is one of the favourable factors which has brought 
development in these states. 
DEVELOPMENT OF ROAD TRANSPORT BEFORE INDEPENDENCE: 
In olden times there was no developed road and 
transport. Before independence such type of organised road 
and mechanised vehicles of different types were not 
available in our country. The development which we see today 
is because of Governmental planning to develop various basic 
infrastructures by implementing five year plans. In the 
period of Mughal rulers, and even Britishers the roads were 
constructed mainly to fulfill the administrative, war, and 
defence needs and to some extent the trading interests of 
the rulers. The growth of transport was mainly constrained 
because of two reasons. First, the state had been generally 
indifferent to fostering development benefitting the common 
•nan. Second, technologically also there was not much meaning 
in developing a road transport network for the given non-
2 
mechanised modes of transport . 
Therefore neither the ancient nor medivial rulers 
paid any serious attention to the development of roads. Even 
the modern day British rulers, remained indifferent to this 
aspect, though a separate department namely the public works 
department was created by Lord Dal-housie, the second 
Governor General of India, to look after the construction, 
repairs and maintenance of roads. But then since railways 
2. See Papla. T.S. & Sinha. R.C., Road Transport & Develop-
~.ent. Lucknow, Giri Institute of Development Studies 
IMT. pp. 8-9. 
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had already been introduced by that time and this relativelv 
more prestigious and profitable transport received greater 
priority. The interests of the rulers were served by long 
distance transport connecting major centres, and therefore, 
the establishment of road networks to cover small and remote 
areas did not occur to them as necessary and important. 
Development of roads thus remained a non-priority item, so 
much so that even the existing stock of roads could not be 
maintained in the usable form until revival of interest in 
road transport after the first world war. 
The situation after the first world war was 
altogether different. By that time, motor transport has 
assumed considerable importance, and, it was no longer an 
economical proposition to ply motor vehicles on depleted 
roads, with frequent demages and heavy losses to the 
vehicles particularly the fast moving ones. The rehabilia-
tion of the existing roads as also the construction of new 
roads thus became imperative, and this marked the beginning 
of the era of continuous growth of roads network in India, 
pushed forward by public demand and support from the 
government . 
A systematic and first ever attempt at studying the 
need and problems of road development and envisaging 
improvement in the road system of the country was made by a 
3. Ibid;pp. 9-10. 
road development Committee, headed by Dr. M.R. Jaykar 
appointed in the year 1927. Recognizing the importance of 
road netv;ork for the general well being of the people and 
for national development, the Committee recommended 
construction of roads to link villages and towns with 
railway stations. Following that, the year. 1929 marked the 
initiation of a comprehensive programme of road development 
in India, with the setting up of a separate body - the 
Central Road Fund. In the year 1934, the status of the 
Central Road Fund was changed to an autonomous organisation, 
the 'National Road Congress', which enlisted the 
participation of engineering experts with a view to 
promoting awareness and knowledge, particularly about 
technical aspects of roads. 
The emphasis on road development thus continued. In 
1934, the Chief Engineer in-charge of roads and bridge 
development, convened a Conference at Nagpur and brought out 
a road plan, the historic Nagpur plan. This plan envisaged a 
national target of 26 miles road per 100 square miles of 
area to be achieved over a period of 20 years, beginning 
December 1934. This plan endorsed the need for a balanced 
development of roads and envisaged that no village should be 
more than 20 miles away from the road. The Nagpur Plan 
classification of roads was done for the first time in 
India. It also led to divisions of responsibilities of road 
6 
construction and maintenance between the Central and the 
provincial governments. These efforts made during the inter-
war period resulted in appreciable increase in road network. 
Road length increased from 320.48 thousand kilometers in 
1926-27 to 398.00 thousand kilometers in 1950-51, an 
increase of about 25 percent. 
DEVELOPMEl>rr OF ROAD TRANSPORT AFTER INDEPENDENCE: 
After independence Government found a number of 
short cor.nings in road transport of India. Just after 
independence, the Govt, launched its five year plans in 1951 
and gave emphasis to develop agriculture, industry, trade, 
and commerce in different plans. To develop agriculture, 
industry etc. there was an urgent need to develop basic 
infrastructure of the country. Road transport was considered 
one of the most important infrastructures which could assist 
in the development of these core sectors. 
The Indian Road and Transport Development Associa-
tion reco-mended nationalisation of road transport as an 
effective remedy to the chronic ailment of unfair 
competition between two different wings of transport, the 
railways and the road ways. The Central Govt, passed the 
road transport corporation Act 1948, empowering state 
governments to undertake the organisation of road services. 
The Act was subsequently replaced by the revised Act 
of 1950^. 
At the time of the commencement of the First Plan, 
state owned road transport services existed in varyina 
degrees in Assam, Bihar, Bombay, Madras, Orissa, UP, Punjab. 
West Bengal, Hyderabad, Mysore, Rajasthan, Saurastra, 
Hinachal Pradesh, Delhi, Travancore, Cochin and Bilaspur. 
The pattern of management in these states and centrally 
adninistered areas were different. In Orissa and MP 
nationalised undertakings were managed by joint stock 
corporation. In Delhi, Bombay and Bilaspur statutory bodies 
managed these services. Bihar, Hyderabad and Saurastra had 
decided to set up statutory Corporations. During the period 
of the First Plan, the Planning Commission provided for a 
sun of Rs. 8.97 crores for investment by state govts in 
nationalised road services. During this plan the provision 
for road development was about 100 crores of which about a 
quarter was to be spent on development of national high ways 
and the'rest mainly on state roads . 
While the first plan gave priority to . the roads 
which could help in increasing agricultural production or 
were feeder to the railways and could reduce congestion on 
big railway junctions, the second plan which mainly aioed at 
industrialisation gave emphasis on roads which could help in 
4. Khan, H.I., Problems of BSRTC, Magadh University, Gaya. 
1988, p. 8. 
5. Kashyap, S.C, op. cit, p. 18 
rapid industrialisation of roads in backward areas. The 
objectives behind these priorities vjere balanced development 
of roads to help agriculture, industry, trade and backvjard 
areas. A special attention was given to the states like 
Jammu & Kashmir, Tripura, Manipur, Himachal Pradesh, and 
Rajasthan. Provision was also made for road development in 
the north and north eastern hilly regions. During this plan, 
the planning commission provided for a sum of Rs. 8.97 
crores for investment by state governments in nationalised 
road services. The allotment was intended for the purchase 
of motor vehicles and the establishment of modern workshops. 
The second plan provided for Rs. 246 crores in 
addition to Rs. 25 crores provided from central road fund. 
It was expected that with this programme of investment the 
targets of road mileage proposed in Nagpur Plan will be 
practically reached by 1960-61. The programmes included 
development of national highways, inter state roads, state 
highways and village roads . 
During this period about 5000 vehicles were added to 
the fleets of nationalised undertakings of various states 
and about 18000 vehicles were being operated by such 
undertakings at the end of second plan. 
During the third plan, the Planning Commission 
recommended that the main purpose for the setting up of 
6. Jain. J.K., Transport Economics, Chaitanya Publish!; 
House, Allahabad, 1986, p. 291. 
o 
various state Road Transport Corporations was the elifiiina-
tion of undesirable competition between nationalised 
railways and motor transport business. During this plan 
twenty years Road Development Plan was also made between 
1961-81. The provision of Rs. 324 crores was made for the 
development of national highways and roads of inter state 
and economic importance. In this plan the expansion 
programme of the nationalised road transport undertakings in 
the states were estimated to cost Rs. 26 crores . 
In the Fourth Plan a provision of Rs. 418 crores was 
made for development programme in the central sector to 
bring about improvements in the existing network of national 
highways. Special emphasis was given on the development of 
rural roads and maintenance of existing roads. The total 
goods traffic by road transport was expected to increase 
from about 40,000 million tonne kilometres in 1968-69 to 84 
TMTK (Thousand Million Tonne Kilometres) in 1973-74. A 
provision of Rs. 89 crores was proposed for augmenting the 
services of the nationalised transport undertakings of the 
states. A large part of expansion of road transport was 
o 
expected to be in the private sector . 
Accordingly to the approach paper prepared by Indian 
Planners, the over all target was an annual growth rate of 
7. Kashyap. S.C, op. cit, p. 19. 
8. Ibid; p. 9. 
5.5 percent. The emphasis was on agriculture, key and basic 
industries and industries producing goods of mass 
consumption. 
Main emphasis of the Fifth Plan was (i) completion 
of work spilling over from the Fourth Plan (ii) construction 
of bye passes around congested cities, replacing railway 
level crossing with over-bridges or underbridges, strengh-
thening of pavements and widening of two lanes of certain 
remaining single lane sections; (iii) removal of missing 
links; and (iv) development of rural roads under the minimum 
needs programme. An amount of Rs. 1348 crores was spent 
during the fifth plan period as against the allotted sura of 
Rs. 1397.44 crores . 
According to the approach paper prepared by Indian 
planners, the overall target was an annual growth rate of 
5.5 percent. The emphasis was on agriculture, key and basic 
industries and industries producing goods of mass consump-
tion. Out of the total outlay of Rs. 35,595 crores in the 
public sector the total share of transport and communication 
sector vias Rs. 7115 crores and that of road was Rs. 58.17 
10 
crores 
During the Sixth Five Year Plan, more emphasis was 
laid on integrated rural development programme, so major 
9. Jain J.K., op. cit, p. 295. 
10. Khan H.I., op. cit, p. IC. 
1 1 
portion of the fund vjas allocated in that sector. In this 
plan 2,687 kms. of roads were upgraded as National High ways 
and 5.77 lakh kms. of different types of roads were added to 
the road grid. About 16000 villages were connected with road 
under minimum needs programme as against the traget of 
2,000. The work on upgradation of National Highways, which 
was continued, comprised construction of 166 kms. of missing 
links, 4224 kms widening to two lanes, 90 kms. of four 
laning, 50 by passes, 7 missing major bridges and 467 minor 
bridges. An outlay of Rs. 830 crores was provided in this 
plan under the central sector roads programme. The 
expenditure however, was about Rs. 760 crores, the short 
fall occurring largely as a result of cut backs in 
allocations 
During this plan stagnant and dependent economy were 
modernised and made more self-reliant. A moderate rate of 
gro^ 7^th of per capita income has been maintained despite the 
growth of population. On the other hand the number of under 
and unemployed were still very high and more than 40% of the 
population lived below the poverty line. 
The early pioneers of the nationalisation of road 
transport were the states of Gawalior, Hyderabad and 
Travancore. The states of UP, MP and Madras nationalised 
11. Kashyap. S.C, op. cit, p. 19. 
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road transport services in 19A7. A year later West 3engal, 
Bihar, Punjab, Orissa, Bonbay, Assam, Mysore, and Union 
Territory of Delhi joined them. 
The amended Road Transport Corporation Act. 1950 
provided for two-thirds of the capital invested in 
nationalised undertakings by the states Governments and the 
balance to be met by the Central Government. It was so 
because the tripartite scheme proved a complete failure. 
However, the scheme of complete nationalisation of road 
transport was vehemently criticised by some notable 
Indians 
The Seventh Plan, with an outlay of Rs. 5,200 crores 
on road construction and road transport, attempts to realise 
the following objectives. 
(a) Progressive removal of deficiencies in National 
Highways and state Highways and upgrade them, instead 
of continued expansion of the road network. 
(b) Continued emphasis on provision of roads to villages. 
Under the MNP about 24000 would be connected by roads 
during the seventh plan. 
(c) Improvement in the road system to bring about better 
productivity in the road transport sector. 
12. Khan H.I., op. cit, p. 11. 
1 -^  
•d) Plan for a new generation of roeds on high density 
corridors with provision of divided carriage 
facilities. 
(e) Use of road connection programme as a means of 
generating employment. 
(f) Conservation of energy. 
To fulfil these objectives, the seventh plan gives 
top priority to the rehabilitation of the present road 
system through various upgradation programmes; this would 
result in greater productivity, faster travel and energy 
conservation. Equally high priority is given to the 
construction of missing links and bridges in the arterial 
route network. Other important programmes in the seventh 
plan consist of modernisation of technology, preservation of 
enviornment, maintenance of roads through normal repairs, 
periodic renewals and rehabiliation etc. This plan has 
provided for an outlay of Rs.1,020 crores for central sector 
roads and Rs.4,180 crores for the state sector, making total 
outlay of Rs.5,200 crores. To augment plan resources, the 
seventh plan speaks of raising non-conventional sources of 
private 
funds and encouraging/ participation in the construction of 
13 the highway sector 
Under the proposed eight plan period there is every 
possibility that the development of road transport in the 
13. Datta. R., & Sundharam. K.P.M, Indian Ecdnomv, S. Chand 
i, Co. Pvt. Ltd., New Delhi, 1986, pp 677-G7S.' 
^'' ~i 
country will have a particular emphasis since roads provide 
an important means of infrastructural development in the 
country. 
The data given below portrays the fleet strength of 
nationalised Road Transport undertakings as on 31st March, 
1990. 
n 
^ TABLE - 1 
F l e e t S t reng th of N a t i o n a l i s e d road Transpor t Under takings as on 31st Marcl 
1990 
Sr. 
No. 
1 
1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 
10. 
11. 
12. 
13. 
14. 
15. 
16. 
Name of the 
undertakings 
2 
Maharashtra SRTC 
Andra Pradesh SRTC 
Kamataka SRTC 
Uttar Pradesh SRTC 
Gujarat SRTC 
S.T. Haryana 
Kerala SRTC 
Rajasthan SRTC 
M.P. SRTC 
S.T. Punjab 
Bihar SRTC 
Cheran TCL 
Pepsu RTC 
Thanthai periyar 
TCL 
Pandiyan Road 
ways CL 
Pattukkottai Azh. 
TCL 
Passenger Buses 
Ashok 
Single 
Declcers 
3 
6657 
6097 
4159 
3850 
4917 
1799 
1981 
1795 
1607 
1149 
704 
1249 
680 
983 
784 
904 
leyland 
Double 
Deckers 
4 
-
51 
37 
-
69 
-
1 
-
-
-
-
-
-
-
-
-
TATA 
5 
8674 
7031 
4827 
4301 
3152 
1638 
1321 
1211 
1446 
1218 
779 
35 
388 
-
185 
-
OTHERS 
6 
41 
-
-
10 
-
61 
10 
-
6 
-
-
40 
1 
50 
25 
18 
Total 
Col. 
1+2+3 
+4 
7 
15372 
13179 
9023 
8161 
8138 
3498 
3313 
3006 
3059 
2367 
1483 
1324 
1069 
1033 
994 
922 
Goods 
carriers 
8 
-
-
-
177 
-
-
-
-
137 
-
-
-
15 
-
35 
30 
Other 
vehicle 
inclu-
ding 
Dept. 
9 
908 
783 
418 
92 
546 
78 
185 
99 
155 
65 
92 
107 
25 
89 
51 
39 
Total 
; Col. 
5+6+7 
10 
16280 
13962 
9441 
8430 
8684 
3576 
3498 
3105 
3351 
2432 
1575 
1431 
1109 
1122 
luou 
991 
17. Thiruvalluvar T a 888 888 86 974 
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18. Anna TCL 622 
19. Kattabonman TCL 430 
20. Choian Road Ways CL 579 
21. Marudhu Pandiyar 658 
TCL 
22. Jeeva T a 680 
23. Dheeran Chinna TCL 570 
24. Orlssa SRTC 423 
25. Rani Mangammal TCL 580 
26. Nesar.ony TCL 391 
27. North Bengal STC 379 
28. Annai Sathya TCL 533 
29. Orissa R.T.Co.Ltd. 219 
30. South Bengal STC 211 
31. Kadainba TCL 121 
108 
291 
121 
41 
48 
25 
771 
769 
725 
30 
32. 
33. 
34. 
35. 
36. 
37. 
38. 
39'. 
40. 
41. 
Andaman & Nicobar 
STD 
Himachal RTC 
Jammu & Kashmir 
SRTC 
Assam STC 
Nagland ST 
Tripura RTC 
Meghalaya STC 
Sikkim NT 
S.T. Mizoram 
Arunachal Pradesh 
STD 
224 
147 
383 
4 
2 
14 
-
-
-
11 
10 
42. Manipur SRTC 
39 
103 
220 
149 
280 
88 
72 
94 
137 
1277 
766 
507 
232 
149 
128 
122 
109 
96 
78 
i\h 
16 
30 
47 
2 
20 
702 
719 
689 
643 
610 
587 
672 
533 
307 
293 
216 
137 
1501 
939 
890 
236 
151 
142 
125 
109 
96 
78 
27 
38 
33 
26 
15 
2 
6 
623 
10 
4 
37 
187 
47 
47 
21 
^o ^ ^ 
23 
19 
21 
30 
66 
48 
38 
20 
12 
14 
16 
40 
60 
22 
25 
34 
10 
15 
24 
36 
9 
7 
81U 
752 
776 
7-3 
673 
676 
635 
736 
568 
321 
307 
232 
177 
1567 
15&4 
925 
27^ 
198 
157 
336 
192 
105 
li-
cence . 
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43. Delhi TC 3619 21 752 7 4399 
44. BEST undertaking 1&75 800 5 - 2480 
45. Pallavan TCL 2007 - 226 65 2298 
46. Calcutta STC 397 159 564 - 1120 
47. Ahmedabad MTS 678 - - 68 746 
48. Pune MT 282 41 215 - 538 
49. Chandigarh TU 302 - 40 - 342 
50. Pirnpri-chinchwad 31 30 178 - 239 2 
MT 
51. Kolhapur ^ mJ - 18 60 4 82 -
52. Solapur I^TTU 10 2 70 - 82 
53. Thane M.T. 40 - 28 - 68 -
54.Municipal Corp. 51 - - - 51 -
Transport Ludhiana 
(1985) 
55. Nigam Trans. - - 4 6 - 4 6 - 2 4 8 
Amritsar 
56. Bhavnagar MC 13 4 - 14 31 - 1 32 
57. Jaranagar MTC (1983) 1 5 - 1 1 - 26 - - 26 
58. Maharashtra TDC 19 - - - 19 - 6 25 
59. Tamil Naciu Goods - ^ - - - - 98 3 101 
TCL 
60. Himachal Pradesh - - 29 2 31 2 24 57 
TDCL 
332 
365 
188 
131 
23 
13 
8 
7 
4 
3 
7 
-
4731 
2845 
2486 
1251 
769 
551 
350 
248 
86 
85 
75 
51 
Total 56512 1260 43596 699 - 102067 1628 5689 109384 
Source: See Thomas M.K., J o u r n a l of T r a n s p o r t Management, a P u b l i c a t i o n of 
The A s s o c i a t i o n of S t a t e Road T r a n s p o r t U n d e r t a k i n g s , Pune, 
J a n u a r y 1 9 9 1 , p p . 3 1 - 3 2 . 
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From the table given above it is clear that, there 
are 60 nationalised road transport undertakings in India. 
Inspite of state road transport undertakings there are fev; 
those undertakings which are apart from state transport 
corporations like Cheran TCL, Pepsu RTC, Pandiyan Roadways 
CL, Cholan Roadways, Kolhapur MTU, Thane MT etc. It is 
also clear from the table that Maharashtra SRTC has 16280 
vehicles including single Deckers, Double Deckers, Tata 
and other vehicles and goods carriers. Andhra Pradesh and 
Karnataka SRTCs have 13962 & 9441 vehicles including all 
types of passenger and goods vehicles. The Uttar Pradesh 
SRTC has 3850 single deckers, no double decker, 4301 tata 
vehicle, and 10 other vehicles, these all are passenger 
vehicles. There are 177 goods carriers, 92 are other 
vehicles, including departmental. Gujarat SRTC has 4917 
single deckers, 69 double deckers, 3152 tata vehicles, 
these are passenger buses. There are 546 other vehicles 
including departmental. The total number of vehicles in 
the states of Haryana namely S.T. Haryana are 3576 in 
which there are 3498 passenger buses. Kerala SRTC has 3313 
passenger buses and total number of vehicles including 
passenger goods vehicles and departmental vehicles are 
3498. Madhya Pradesh SRTC has 3059 passenger bu?es and 292 
goods vehicles and departmental vehicles. Bihar SRTC has 
704 single deckers, 779 tata vehicle. The total number of 
passenger vehicles belonging to BSRTC are 1,483. There are 
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92 departmental vehicles. There is no goods carrier at 
present with the BSRTC. The total number of vehicles 
including passenger buses and other vehicles including 
departmental are 1575. The DTC has 4399 passenger buses 
and 332 other vehicles including departmental vehicles. 
The total number of vehicles are 4731 at present. In all 
India level there are 56512 single decker passenger 
vehicles, 1260 double decker passenger vehicles, 43596 
Tata vehicles, 699 other vehicles. The total number of 
passenger vehicles in India which are nationalised are 
102067. There are 1628 goods carriers, 5689 other vehicles 
including departmental. There are 109384 total number of 
vehicles including passenger and goods carriers in India 
which are nationalised. It is clear that, in India after 
nationalisation of different road transport some 
developments took place. Systematic management of 
transportation was possible after nationalisation of road 
transport. 
Road transport in India faces a number of problems 
viz, lack of efficient road, serious competition from rail 
transport, competition of state transport from private 
operators, lack of proper.utilisation of fund for road and 
transport development, toll taxes, sale tax on spare part, 
registration fee, vehicle tax, import duty, octroi duty 
etc. 
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In India, commercial vehicles are in small 
numbers. Motor transport suffers from the existence of a 
large number of operators. Road transport reorganisation 
(Mansi) committee estimated that, there were over ^8,000 
operators of whom nearly 46,000 were small operators. 
Nearly three fourths of the passenger traffic and the 
whole of the goods traffic were in the hand of private 
operators. The result of such a large number of operators 
makes for inefficiency and difficulty in enforcing 
necessary control and regulatory measures. 
Secondly motor transport has to work under motor 
vehicles Act, Code of principles and practices etc. Each 
state has its own series of restrictive measures on motor 
transport. The road transport industry also suffers from 
toll taxes and octroi duties. Various Road and vehicle 
taxes brought in a revenue of Rs. 1,413 crores in 1974-75 
of this, the centres share was Rs. 951 crores and that of 
states Rs. 462 crores. The Mansi committee suggested 
import measures to reduce burdens of taxation on motor 
transport. Because of heavy and numerous duties and taxes 
and because of bad roads, roads transport face accidents 
and heavy wear and tear of tyres and other parts, high 
14 fuel consumption etc. 
14. Ibid; p. 679. 
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An efficient transport and communications network 
is a crucial factor in the economic developnent of any 
region. U.S.A. became one of the richest nations after it 
built great rail roads followed by extensive and reliable 
highway network coupled with the establishment of a 
competing trucking industry. In India still road transport 
faces problems of high price of fuel, costly vehicles, air 
and noise pollution, lack of driving skill and road 
discipline, high accident, risk and uncertainty due to 
non-availability of correct and up-to-date information on 
route. 
During the last four decades, transport 
requirements have tended to increase at a rate 
considerably higher than the rate of growth of national 
income, population, output in industry, mining and other 
sectors. 
The requirements of the rural economy and popula-
tion, specially, have received inadequate attention. 
Adequate statistical data and information is also not 
available relating to the location, length, quality, and 
utilisation of rural roads and the vehicles that ply on 
them. Also little information is available on the actual 
15 
number and usage of bullock-carts . 
15. NAIK, S.D., The Economic Times Research Bureau, The 
Economic Times, 23 August, 1990. 
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CONCLUSION: 
In conclusion, it may be observed that a well 
planned transport growth can play a crucial role in the 
development of econonically backward regions of a country. 
It can exert a unifying and integrating influence upon the 
economy by bringing villages and to^ i/ns and the remote and 
more developed regions closer to one another. No doubt, 
some concrete development of roads and road transport 
system have been attempted in post plan era, yet there 
still remains a lot to be accomplished in so far as the 
development of road transport on right lines is concerned. 
There are a number of problems associated with the 
development of road transport in the country. Their 
solution with concerted efforts on the part of the 
transport operation, the govt, and other agencies is 
urgently called for. In the next chapter, a discussion 
about the development of road transport in the stace of 
Bihar will be made. The chapter will focus on the pattern 
of growth and development of roads in the state and 
various problems which are to be tackled so as to bring 
all-road improvements in the transport system of Bihar. 
C H A P T E R - I I 
DEVELOPMENT OF ROAD TRANSPORT IN BIHAR 
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CHAPTER - II 
DEVELOPMENT OF ROAD TRANSPORT IN BIHAR 
In the preceeding chapter we have discussed the 
pattern of growth and development of road transport in 
India, It has been observed that road transport in India is 
still in an under developed state. There is need for 
efficient management of road transport of India state wise. 
Some of the advanced nations of the world have given 
priority for infrastructural development with special e:iphasis 
on the development of transportation system which nay assist 
the development of trade, commerce and industry. This 
chapter examines the pattern of growth of road transport in 
the state of Bihar. The development activity of the state as 
they relate to the development of transportation in general 
and road transport in particular will be analysed in this 
chapter. It will focus on the development of new roads 
before the emergence of the BSRTC. 
Bihar is an under developed and economically 
backward state of India. There has been no development of 
transport in the region. The condition of transport system 
in the state suffers from a number of problems. In the 
pre-independence era the state road transport was a neglected 
area. It was with the coming of indepedence and with the 
launching of the first five year plan inl951 in the country 
that some thought to the development of road transport -.-.'as 
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given. There are a number of short comnings attached to road 
transport and road development in the state of Bihar. 
Historically speaking during the time of Chandra Gupta 
Maurya there was a transport department to look after the 
maintenance of roads. There was a grand trunk road which 
connected Patliputra (the modern Patna) with north-west 
frontier province. Roads were built with convex surfaces 
like the back of tortoise, having drains on both the sides. 
Emperor Ashoka realised the importance of highways for 
expanding his empire and for the prosperity and strength of 
his kingdom. 
During the Muslim rule the general conditions of 
roads in India, however, deteriorated as the rulers were 
more interested in buildings and pillars . With the 
establishment of the British rule in India the pace of 
development of roads was accelerated. In this period the 
roads were mainly constructed with the strategic and 
administrative points of view and little attention was paid 
to the civic and economic aspects. Lord William Bentinck and 
Lord Dalhousie took special interest in road construction 
and administration. Bentinck revived the idea of 
construction of road by connecting Peshawar, Delhi and 
Cal utta by extending G.T. Road by 264 miles in 1848. 
According to Jayakar Committee, 1927 the total 
mileage of roads in India in 1927 was 1,99,140 of which 30 
percent were surfaced and the rest unsurfaced roads. In 1934, 
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Indian Roads Congress was established as a semi-official 
organisation which made valuable suggestions for road 
development and is still in existence doing remarkable 
service. Although the establishment of Road Development Fund 
and the Indian Roads Congress Contributed towards road 
development, yet much progress under the circumstances was 
not possible. The already unsatisfactory condition of roads 
became pathetic due to increasing pressure on roads and poor 
maintenance as the resources of the govt, were diverted 
to the war need and preparations. It was felt that roads 
were needed not only for war purpose but also for commercial 
purposes. The need for their planned and rapid development 
became imperative at the end of the second world war. 
In the state of Bihar, the condition of road 
transport before nationalisation was in the worst condition. 
After the emergence of the BSRTC transporting system becane 
good. At present, the condition of BSRTC is poor. There are 
private vehicle owners who are operating their vehicles side 
by side with the BSRTC.^Poor maintenance and management of 
buses restrict the passengers to travel for long distances. 
There are well furnished video coaches owned by privace 
ovmers who provide maximum luxary to the passengers. Few 
passengers travel by the BSRTC buses at present on account 
of lack of facilities etc. 
1. Jain J.K., Transport Economics, Chaitanya Publishing 
House, Allahabad, 1973, pp. 308-309. 
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Before nationalisation of bus services of !^ atna and 
so-e of the routes originating fron Patna on 25th January 
1953, the condition of transporting system was poor. People 
were facing difficulties in travelling from one place to 
another. There was no schedule and time table of vehicles. 
Road as well as vehicle condition was not good. Worst 
condition of routes and vehicles used to be the cause of 
accidents. There vjas very much variation in travelling. 
Roads, bridges, vehicles were in worst conditions. The 
purpose of energence of the BSRTC was to check all these 
difficulties and to provide maximuin facilities to 
passengers. Generally the vehicles run in the state of 
Sihar V7ere buses, minibuses, motor cycles, bullock carts, 
horse carts, etc. During that tine there were 4 types of 
road namely national highway, statehighway, district roads, 
village and rural roads which V7ere utilised by these 
vehicles. 
At present the number of vehicles has increased 
which has created congestion in the cities, at bridge 
crossings etc. There are some bridges which do not have 
double way crossing and create delay in transportation. No 
doubt there are various policies in favour of development 
of new roads in future but they are not being implemented 
9 
particularly in the state of Bihar". 
2. Information gathered by the researcher by personal 
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There are :niristerial interest attahced to 
development and repair of roads. Many times it has been 
observed that ministerial departure to public place causes 
repair of roads other wise careleness is found in the 
maintenance of district and village roads. The follovjing 
nev; routes, with mileage noted against them, were taken 
over during the year 1954. 
Table - ? 
New route in 1954 Mileage 
1) Jarashedpur - Chaibassa 42 
2) Jarashedpur - Mosabani 48 
3) Jarashedpur - Haldipokhar 18 
4) Kharsaraa - Armala 6 
5) Bhiknapahari - Chitkohra & 
6) Dinapur - Khagaul 4 
7) Digha - Mahendru 4 
Total [ 128 
Source: See Annual Administrative Report, 1953-54. 
The table clearly indicates the record of nationa-
lisation after 1954. The road transport had been facing a 
serious problem of competition with the railways after the 
first-world war. This problem was examined by the 
Government and Motor Vehicles Act, 1939 came into force to 
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deal with it. The private bus operators never operated 
their buses on unremunerative routes. As a result. lar=je 
parts of rural areas remained unserved by bus services. The 
rates were not uniform throughout India and the public was 
not provided cheaper road transport service. The voice of 
nationalisation echoed after the independence of the 
country. It was argued that nationalisation would provide 
adequate, economic and comfortable service to the people. 
It was expected that routes of public importance even if 
unremunerative V70uld be served. The idea of nationalisa-
tion was also favoured for better co-ordination, as private 
motor transport offered unfair Competition to the 
Railways . 
It has been observed that road tax levied on 
vehicle owners was not sufficient for the maintenance of 
road that is why Bihar govt, doubled road tax recently. 
This has created great burden to vehicle owners which is 
the cause of traffic owners strike nowadays. It clearly 
indicates that govt, and traffic owners have two different 
aims which become cause of stagnancy in the development of 
road and transportation system. There is great problern of 
tax evasion by traffic owners. In rural areas there is 
general tradition to evase tax by traffic o\i7ners which 
leads to bad road condition . 
3. Singh N.P. Financial Management in State Enterprises. 
Capital Publishing House, Delhi, 1989, p. 131. 
4. Infornation gathered by Personal observation by raserchei 
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Still rc.d transport in general and in Bihar in 
particular is faced with so many problems. Some of the 
important probelms are discussed below:-
Lack of Building Materials 
The road transport in Bihar is faced with the 
problen of the lack of building materials and machinery for 
some of which we have to depend on foreign countries. The 
production of cement and other building materials in India 
has increased and steam diesel road rollers are now being 
produced in India but we have still to depend for asphalt 
for black topping of roads on imports. It is expected that 
with the completion of petroleum refineries asphalt will be 
available from local sources. These problems are also 
existent in so for as they relate to the state of Bihar. 
Administrative Problems 
There is another aspect of the problem of road 
transport which may in this connection be emphasized. The 
railways are run by the Central Government and the plan of 
railv\7ay expansion is a matter entirely for decision of the 
Central Government authorities. The roads are state 
subject. It has to be realised that in a large number of 
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states, the state plans of transport development have 
objectives many of which may be considered unimportant bv 
union authorities or at least for sharing which the Union 
authorities would not be prepared to undertake new road 
constructions. The only instruments in the hands of the 
states to attain transport objectives at the state level is 
the expansion of road system. 
Thus administrative problems have also hampered the 
development of road systems. Take the example of Gan.ga 
Bridge in Patna. After the persistent request of the Bihar 
Government the centre has extended some financial help for 
its construction. 
Thus 5 for the proper development of road systems in 
states there should be closer liason between the central and 
the state govts. 
Lack of Organisation in Road Transport 
The development of road transport suffers from the 
fact that this industry is most unorganized. Apart from the 
small number of commercial vehicles in India, motor 
transport also suffers from the existence of a large number 
of operators. The Road Transport Reorganisation (Masani) 
Conmittee estimated that there were over 48,000 operators of 
whom nearly 46,000 were small operators owing five vehicles 
'5J 
or less. Nearly three-fourths of the passenger traffic and 
v;hole of the goods traffic is in the hands of private 
operators. Consequently it is difficult to enforce the 
necessary controls and regulatory measures. 
Higher Cost of Road Transport 
The road transport involves higher cost due to the 
heavy and numerous duties and taxes and partly because of 
bad roads. In recent periods, the cost has gone higher than 
the previous records due to the rising cost of petrol and 
diesel. Bad roads are also responsible for wear and tear of 
tyres, and accidents. The fuel consumption is also more on 
the bad road, thus the prices of road transports are higher, 
and it attracts less passengers . 
Problems of amenities to the employees of road transports: 
At present there are more than 60 thousands 
passenger vehicles and more than 2 lakhs of trucks are 
operating in which 20 lakhs of employees are engaged. There 
is enough of scope for the development of road transports in 
India. So, the employees of road transports should be 
provided with those amenities and facilities which are 
available in other organised industries. 
5. Prasad. C , Role of Transport in Economic Developnent 
V7ith soecial Reference to India. Bihar University 
Muzaffarpur, 1975, pp. 132-133.' 
3^ 
The first meeting of the industrial committee on 
Road Transport suggested to frame laws and bring more 
employees of road transport under the purview of this 
committee pointed out that the road transport is not 
perfectly organised, so it is highly essential that 
organisation should be broadened, the maximum vages should 
be fixed for every category of employees. In private 
services, the services of the employees are terminated, 
without any reasonable ground. In cases of accidents and 
other dangers they are not provided with the reasonable 
compensation. The central and the state Govts, should take 
necessary steps for legal measures. 
TRAFFIC CONGESTION 
The growth of population and unplanned development 
of urban areas have put heavy pressures on the road 
transport. Sometimes the length and width of roads are 
narrowed by the persons which result in unwanted congestion 
of road traffics. More traffic activities are found during 
rush hours between 9 to 11 a.m. and between 4 to 6 p.m. The 
reasons for these are clear that the shops, offices, school 
colleges open at a time and close at a time. The traffics 
put serious pressures at the turning points. Soaetimes, the 
roads are closed for longer times, for repairing purposes, 
and this causes pressure on the traffic. The inter city 
transport agenices also create congestion, when they pass 
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through the main town and cities. Often the goods which are 
cleared from the godowns, if the godowns are situated on 
the main roads, then there is over crowding. 
Town planning system: 
Under this scheme, the towns are divided with a 
view to provide (i) proper place for different traffics 
(ii) the facilities for roads - extension, (iii) the 
pedestrains and their problems. 
Thus, it is observed that congestion has created 
problem for the road transport and it should"be reduced at 
all costs. Side by side traffic should be planned, the ways 
should be planned, and the cross ways should be widened, so 
that rush of traffic can be reduced. 
Problems of Road Accidents: 
The problems of road accidents are very dangerous. 
Often the road accidents are caused due to bad condition of 
the roads, the lower speed of traffics, and the ignorance 
of persons from rules and regulations of the traffics. The 
road accidents can be classified under (i) those which are 
caused due to the vehicles and due to the bad conditions 
of the roads (ii) those accidents which are caused due 
to pedestrians (iii) those accidents which occur due 
to the drivers. In India the road developments could not 
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take place, on account of the -echanical and scientific 
backwardness, the roads are unable to fulfil the increased 
demands of the traffic. The roads are generally less wide, 
and turning points are very narrow. The vehicles, specially 
the buses, ninubuses are always over crowded. There is no 
adequate arrangement of light on the roadways. Mr. Rajendra 
Singh, Controller of Delhi Transport Corporation opined that 
90 percent of accidents occur due to mechanical troubles of 
the vehicles, loose brake, wornout tyres, and defects in 
lights etc. 
" C 
36 percent of total road accidents are due to 
carelessness of drivers, 33 percents are due to the 
pedestrains and residual? 31 percents are due to other 
reasons. To minimise road accidents, it is necessary that 
roads should, be well maintained, different ways should be 
alloted for different vehicles, the vehicles should be free 
from all defects. The drivers should be trained on the 
traffic regulation and the raaximua speed of the vehicles 
should be limited. 
Insurance of Passengers of Road Transport: 
The casualities which occur due to the road 
accidents, should be compensated with some amount. The state 
Govt, should frame the laws binding on the private and 
public transports that a life should be compensated with 
so~e definite amount. 
"^ 5 *j 
The Problem of the Acquisition of Land for the Road 
Transport: 
Generally public encroach the lands of road 
transport. Generally the buildings are built up on such 
lands, sometimes, the animals are kept on the roads in the 
rural areas. In times of flood and other circumstances the 
roads are cut and damaged. To get rid of the problems of 
encroachment of roads, it is necessary that strict laws 
should be framed. After emergency declaration, in Bihar in 
month of August, 1975, most of the roads, which were 
encroached, are being liberated by the Govt. 
Problem of Finance and Investment: 
In India, the development of road transport received 
a set back due to the paucity of funds. In modern age, for 
the scientific development of roads, finance is needed in 
huge quantity. Most of the roads, which are constructed, 
they are not completed within the specified periods, rather 
they take longer periods, causing enormous troubles to the 
public. The total percentage of investment - over road 
construction is less than other sectors of the economy . 
In the table below we observe that Z.il is being 
spent on transport in India, of total gross national 
product. It is less than those in other countries. Thus, it 
6. Ibid; pp. 137-138. 
np. 
is clear that the investment in transport sector is poor. 
And it has blocked the way of development. 
Table - 3 
Comparison of Transport Investment in Relation to Gross 
Fixed Investment and GNP in Different Countries. 
Country Gross fixed Transport Transport 
investment investment investment as 
as a Percen- as Percen- a percentage 
tage of GNP tage of GNP of gross fixed 
investment 
Colombia 19.6 5.3 26.9 
Israel 26.5 4.5 17.3 
Japan 42.6 4.9 11.4 
Mexico 13.8 2.4 17.2 
Nigeria 19.8 4.9 49.0 
Pakistan 11.9 1.8 15.4 
Sudan 13.3 2.0 15.6 
Thailand 16.6 2.8 16.5 
India 11.5 2.1 18.7 
Source: Statistical office of the United Nations, Department 
of Economics and Social Affairs, Year Book of 
National Accounts Statistics (New York, United 
Nations, 1962). 
In the above table, comparison of transport 
investment in relation to Gross Fixed investment and Gross 
National Product (GNP) of different countries has been 
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given. We see that Japan has the highest gross fixed 
investment which is 42.6, while the second position goes to 
Israel which has 26.5 the gross fixed investment of India is 
the lowest which is 11.5. The transport investment as a 
percentage of GNP is highest in Colombia which is 5.3 and 
Japan takes the second place which is 4.9. The Transport 
investment of Sudan is the lowest which is 2.6 and India's 
investment is just slightly more than Sudan which is 2.1. 
The transport investment as a percentage of gross 
fixed investment of Nigeria is highest which is 49.0 and 
lowest position is taken by Japan V7hich is 11.4. India's 
position is better than that of Japan, Thailand, Pakistan, 
Sudan, Israel & Mexico. There is need of gross fixed 
investment and transport invesment of India as it takes very 
low place as comparison to other nations. Transport 
Investment as percentage of gross fixed investment of India 
appears to be satisfactory. 
Conclusion: 
From the discussion made above it can be concluded 
that the operational activities of Bihar road transport have 
resulted in numerous complex problems. As a result of these 
problems it becomes difficult for decisions to filter from 
top to bottom of the transporting system v\7ell in time. There 
is an urgent need of repair, construction and maintenance of 
8 
roads Government employees should be strictly vjatched and 
their problems should be solved with a view to increased 
efficiency of the personnel. Government should look after 
very conciously the transporting system of Bihar as it is 
the root of economic, social, industrial and agricultural 
development. There is need for construction of road and 
management of transport by comparing the various indicators 
with other advanced states like Maharashtra, Gujarat etc. 
which have brought transport development and efficiency in 
this important sector in their economy. In the next chapter, 
a discussion will be made about the evolution and 
achievement of BSRTC and its role in the development of 
transporting system of Bihar. 
C H A P T E R - I I I 
WORKING AND ORGANISATION OF THE BSRTC 
3<3 
CHAPTER - III 
WORKING AND ORGANISATION OF THE BSRTC 
In the preceding chapter we have discussed the 
pattern of growth and development of road transport in 
India. It has been observed that road transport in India is 
still in an underdeveloped state. There is need of efficient 
management of road transport of India statewise. Some of the 
advanced nations of the world have given priority for 
infrastructure development and specially transporting system 
which assist the development of trade conmerce and industry. 
This chapter examines the pattern of growth of road 
transport in the state of Bihar. The developmental activity 
of the state as they relate to the development of 
transportation in general and road transport in particular 
will be analysed. This chapter will also include the 
problems faced by the state of Bihar in the development of 
transport. 
The State Government nationalised the bus services 
of Patna and some of the routes originating from Patna on 
26th January 1953. A department nairely the State Transport 
Department under the administrative control of Political 
(Transport) Department, came into being, subsequently, the 
bus services of South Bihar districts were also taken over 
by the State transport Department. The capital investment 
of the State Government by way of transfer of assets and 
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liabilities to the Corporation had been assessed at Rs. 
2,22,59,400 as on the date of formation of the corporation, 
i.e. on 1st May 1959, by joint evaluation committee 
consisting of representatives of the State Government, the 
Union Government and the General Manager of the Corporation. 
The opening balance of the capital assets transferred to the 
Corporation as on 1st May, 1959 was Rs. 1,89,97,370. The 
number of buses, their schedules, route mileage and the 
number of employees in the staff were all limited at the 
time of inception of the Corporation . At the time of 
establishment of theBSRTC there were 549 vehicles on 146 
routes. Till 1985 there were 1635 vehicles on 643 routes. 
During the same time 93,000 vehicles were transported by 
travelling 1,61,000 kms. At the time of establishment of 
BSRT there were 3,433 employees. This figure rose to 12,400 
during 1985. In 1950 there were 146 routes which increased 
to 382 in 1971, 645 in 1981 and 643 in 1986. The vehicle 
position in i960 was 514 in 1971 it rose to 1371, in 1981 it 
was 1751 and in 1986 went up to 1635. The number of vehicles 
on road in 1960 were 306, in 1971 were 774, in 1981 went 
upto 1093 and in 1986 declined to 820. During 1982 there 
were 54 routes which were distributed among 14 divisions. 
The divisions having different routes are indicated below. 
1. Singh, N.P., Financial Management in State Enterprises, 
Capital Publishing House, Delhi, 1989, pp. 7-8. 
4] 
TABLE - 4 
S.No. D i v i s i o n No. of r o u t e s 
1. Patna 8 
2. Gaya 1 
3. Ranchi 5 
4. Bhagalpur 1 
5. Jamshedpur 7 
6. Muzaffarpur 8 
7. Purnea 9 
8. Dhanbad 4 
9. Daltenj^ anj 0 
10. Dumka 7 
11. Darbhanga 0 
12. Chapra 1 
13.. Aurangabad 3 
Total 54 
Source: Data collected from the office of BSRTC by the 
researcher. 
The total capital contributed by the Central 
Government (Railways) and the State Governments till 
31.3.1982 was Rs. 32,27,81,350. During the same year Rs. 
1.46 lakh was received from the state govt. The 
contribution from railways was Rs. 1,18,85,000. The total 
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capital contribution by the Central Government and the 
State Governnient, till 31.3.1983 rose to Rs. 34,92,06,350. 
The Corporation owned fleet strength of 1723 buses-
as on the 31st March, 1982. The value of capital assets and 
the activities of the corporation at the time of its 
inception is shown in the tables given below:-
TABLE - 5 
Value of Capital Assets of BSRTC at the time of its 
Inception. 
S.No. Items Rs. 
1. Land 2,90,533 
2. Building 21,35,945 
3. Vehicles (a) Diesel vehicle 1,28,90,664 
(b) petrol vehicle 22,74,809 
(c) Other vechicles 2,07,126 
4. (a) Machine tools & Plants 8,26,062 
(b) Furniture 2,37,933 
(c) Other equipments 1,34,280 
Total 89>97,. 370 
Source: See Administrative Report of the BSRTC 1982-83, p. 
28. 
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TABLE - 5 
Activities of BSRTC at the time of its inception 
Division No. of Route No. of No. of Divisional 
routes mileage buses schedu- staff 
les strength 
Patna 
Gaya 
Bhagalpur 
Jamshedpur 
Under repair 
Total 
26 
34 
27 
22 
108 
954.2 
2474.0 
1016.1 
413.5 
7857.8 
126 
148 
66 
100 
50 
490 
70 
90 
47 
54 
270 
829 
782 
550 
501 
2662 
Source: See Administrative Report of the BSRTC, 1959-60, 
pp. 14-15. 
The above table shows that, Gaya division was 
having the highest number of routes (34) and Jamshedpur was 
having the lowest number of routes (22). There were only 66 
buses in Bhagalpur division and only 47 schedules. The 
divisional staff was more in Patna division which was 829 
and lowest in Jamshedpur Division which was 501. All 
divisions combined were having 490 buses which plied on 108 
routes. The total number of employees was 2,662. The number 
of routes, route mileage, and number of schedules were 
higher in Gaya division than the other three divisions 
namely Patna, Bhagalpur and Jamshedpur. Gaya divisior was 
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started on 1st April, 1954 whereas the Patna division was 
started on 1st April, 1955 Jamshedpur and Bhagalpur 
divisions were started on 26th January, 1953 and 1956 
respectively. Out of 490 vehicles, 50 were under major or 
minor repair on the day of formation of the Corporation. 
The Corporation started with a Central workshop at 
Phulwarishariff in Patna Division and a Central store was 
situated with the premises of the central workshop. All the 
four divisions had their own stores. The opening balance of 
the stores as on 1st May, 1959 was to the tune of Rs. 
33,73,427.42. Just after the formation of the Corporation, 
the system of purchase was centralised in the central 
stores which resulted in great economy and there was 
substantial reduction in the expenditure of stores. Thus 
the BSRTC started offering maximum facilities to the 
general public, the trade and industry and development of 
2 
transport facilities in the backward regions of Bihar ' 
The most important aspect of the working of any 
enterprise is the financial aspect. The financial aspect of 
the state enterprises can be viewed from the point of view 
of (i) total investment (ii) sources of funds (iii) the 
form of long term finance (iv) financial position, gains 
and losses. 
2. See Singh N.P., op. cit, pp. 9-10. 
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The account of the year 1982-83 audited by the 
Accontant General, Bihar shows a gross revenue of Rs. 
21,86,84,757 as against Rs. 23,22,99,616 in 1981-82. 
The revenue per bus k.m. increased from 292.86 
paise in 1981-82 to 315.90 paise in 1982-83. The audited 
account of the year exhibit an operating gross deficit of 
Rs. 5,79,96,551 over direct operational cost as compared to 
operating gross deficit of Rs. 2,80,50,335 in 1981-82. 
Rs. 3,58,24,976 has been provided for payment of interest 
to the participating Govts, on their capital contribution 
and market borrowing etc and Rs. 2,83,44,663 for 
depreciation resulting into a net deficit of Rs. 
12,23,78,151 in financial year of 1982-83 and Rs. 
8,67,59,264 deficit in the previous year. The gross revenue 
deficit works out to Rs. 83.78 paise per bus k.m. during 
the. year under report as against the gross revenue deficit 
of 35.36 paise per bus k.m. in 1981-82. 
Long terra Finance in BSRTC: 
The BSRTC is one of the oldest and major state 
enterprises. It was started with paid up capital of 
Rs.2,22,59,400. The whole capital was paid as equity by the 
state Govt, from time to time, Funds have also been raised 
by increasing financial needs. The state Government has 
contributed nearly 72 percent of the equity and 28 percent 
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has been contributed by the Ministry of Railways, 
Government of India. The normal ratio of equity contributed 
by state government and central government has been 2.8:1.2 
over and above the equity finance, the BSRTC finances 
through borrowing which was Rs. 10.30 crores in 1981 out of 
which borrowings from the state government was Rs. 0.40 
crores and that from market was Rs. 9.90 crores. In 
1982-83 the borrowing from state Govt, was Rs. 65 crores 
and that from market Rs. 14.33 crores. The ratio between 
equity and borrowings was 28:1. It has further scope to 
raise its finance through borrowings. Table given on the 
next page shows capital contribution by State Government 
and Central Government. 
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TABLE - 7 
Capital Contribution by State & Central Government 
(Rs. in crores 
Year State Govt. Central Govt. Total 
1958 
1959 
1960 
1961 
1962 
1963 
1964 
1965 
1966 
1967 
1968 
1969 
1970 
1971 
1972 
1973 
1974 
1975 
1976 
1977 
1978 
1981 
1982 
2.23 
0.05 
2.28 
2.55 
2.05 
3.38 
3.48 
3.83 
4.28 
4.72 
5.07 
5.60 
6.30 
6.70 
7.40 
8.15 
9.00 
9.30 
9.88 
* 10.48 
12.38 
20.06 
24.77 
-
0.30 
0.30 
0.80 
1.00 
1.22 
1.22 
1.22 
1.28 
1.39 
1.58 
1.68 
1.79 
2.17 
2.77 
3.02 
3.02 
3.02 
3.75 
4.15 
4.65 
8.45 
10.14 
2.23 
0.35 
2.58 
3.35 
4.05 
4.60 
4.70 
5.05 
5.56 
6.11 
6.65 
7.28 
8.07 
8.87 
10.17 
11.17 
12.02 
12.32 
13.63 
14.63 
17.03 
30.51 
34.91 
Source: See Singh, N.P. Financial Management in State 
Enterprises, Capital Publishing House, Delhi 1989, 
p. 27. 
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From the above table it is clear that, the 
contribution of state government since 1958 to 1982 was 
more than that of the central government. It is also clear 
from table that since 1958 state govt, increased year after 
year its investment to BSRTC. Central govet. also increased 
its investment but in slightly low amounts than that of the 
state govt. 
SHORT TERM FINANCE IN BSRTC 
The BSRTC also needs short term finance for its day 
to day operations. The average capital for its operating 
need annually is estimated to be about Rs. 18 crores. The 
BSRTC arranges it through cash credit arrangements with 
banks, seeking financial grants from the state Govts, the 
BSRTC generally arranges cash credit mainly from SBI in the 
form of over drafts. Major share of working capital has 
always been provided by the state govt. This has, infact, 
been the practice in almost all the STCs as they could not 
earn sufficient funds to meet their operating needs. Thus 
the BSRTC has been created, reared and regularly raised by 
the state Govt. So, this Corporation developed the habit of 
dependency. It never followed any sound financial policy 
either for raising the long term finance or for meeting its 
3 
working c a p i t a l requirement . 
3 . I b i d : p . 29. 
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TABLE - 8 
Statement showing yearwise recer.pcs of capital & loan from 
different dept. with affect from 1st May 1959 to 31.3.87 (Rs. in 
lakhs) 
Year Amount Amount Amount Amount Amount Amount Total 
of the of cap. of loan of loan of loan of loan 
cap. recei. recei. recei. recei. recei. 
recei. from from from from from 
from central state market central IDBI 
state govt. govt. borr- assis-
govt. owings tance 
1959-60 4.00 30.00 - - - - 34.00 
1960-61 28.00 49.78 - - - - 77.78 
1961-62 50.00 20.56 - - - - 70.56 
1962-63 33.00 20.81 - - - - 53.81 
1963-64 10.00 - - - - - 10.00 
1964-65 • 34.97 6.66 - - - - 41.63 
1965-66 44.97 11.66 - - - - 56.63 
1966-67 44.00 18.00 - - - - 62.00 
1967-68 35.00 10.00 - - - - 45.00 
1968-69 53.00 19.33 - - - - 72.33 
1969-70 60.00 30.00 - - - _ 90.QO 
1970-71 50.00 25.00 - - - - 75_00 
1971-72 70.00 35.00 - - - - 105.00 
1972-73 75.00 25.00 - 110.00 - - 210.00 
1973-74 85.00 - - 110.00 - - 195.00 
1974-75 30.00 - - 110.00 - - 140.00 
1975-76 58.00 73.00 - 110.00 40.00 - 281.00 
1976-77 60.00 40.00 110.00 - - - 210.00 
1977-78 190.00 50.00 - 110.00 - - 350.CO 
Contc... 
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1978-79 318.00 135.00 - 110.00 - - 563.50 
1979-80 344.00 101.50 - 110.00 - - 555.50 
1980-81 306.00 144.00 - 110.00 - - 560.00 
1981-82 125.00 50.00 425.00 110.00 - - 710.00 
1982-83 146.00 118.85 - 193.00 - 139.42 597.27 
1983-84 177.00 100.65 - 193.00 - - 470.65 
1984-85 369.00 126.08 36.00 330.00 - 492.04 1353.12 
1985-86 490.00 303.41 895.00 - - - 1688.41 
1986-87 10.00 464.00 800.49 - - - • 2264.49 
Total 4513.41 2008.80 2156.49 1816.00 40.00 631.46 11166.17 
Less 
refund - - (-)30.00 (-)440.00 (-)15.99 (-)52.48 (-)538.48 
Capital 
invested 
upto 
1987 4513.41 2008.80 2126.49 1376.00 24.00 578.98 10627.69 
Source: Data collected from the office o£ BSRTC Patna by the 
researcher. 
From the table it is clear that from 1960 to 1987 state 
govt, constantly contributed some amount for developmental works. 
The investment rate was low since 1960 to 1977 and from 1978 
investment was more till 1986 but in 1987 it decreased down-
ward.- Table given belox-j shows the number of routes, 
schedules and ratio of routes to schedules from 1959 to 
1985. 
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Year ending 
31st March 
1959 
1960 
1962 
1965 
1966 
1967 
1968 
1970 
1971 
1972 
1973 
1974 
1975 
1976 
1977 
1978 
1979 
1981 
1985 
TABLE 
Number of 
Routes 
108 
146 
228 
379 
376 
306 
323 
367 
382 
439 
483 
534 
546 
485 
512 
553 
519 
600 
652 
- 9 
Number of 
Schedules 
270 
358 
541 
840 
822 
717 
752 
839 
938 
994 
1082 
1198 
1216 
1012 
1059 
1159 
1149 
1310 
1292 
Ratio of schedules 
to routes 
2.05 
2.45 
2.36 
2.21 
2.19 
2.34 
2.32 
2.28 
2.45 
2.26 
2.24 
2.24 
2.23 
2.09 
2.07 
2.09 
2.21 
2.18 
1.98 
Source: Compiled from d i f f e r e n t a d m i n i s t r a t i v e r e p o r t s of BSRTC. 
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At the time of formation of the Corporation the 
Rajya Transport Department was operating buses on 108 
different routes covering a route mileage of 4800 kns in 
the state. In the first year of the formation of the 
Corporation, the number of routes increased from 108 to 
146 J i.e. by 35 per cent. These routes included (i) routes 
taken over from private operators, and (ii) extension of 
through and express services to meet the public denand. 
The number of nationalised routes in the state increased 
continuously to 379 in 1965. It, however, declined to 376 
in 1966, and to 306 in 1967. As a result of the 
reorganisation of schedules, the total number of routes 
operated as on 31st March 1967 was 306 as compared to 376 
as on 31st March 1966. 110 routes were cancelled 8 routes 
were formed due to the change in the mode of operation, 
and 27 new routes were restarted during 1966-67. Thus the 
net reduction during the year under reference was of 70 
routes. The reorganisation of routes, schedules and 
operations were in accordance with the decision taken in 
the seminar of departmental officers held on 12th-13th 
September, 1966 at Patna. 
Since 1967 there has been continuous increase in 
the number of routes till 1975. Thus the number of routes 
increased from 306 in 1967 to 546 in 1975. In 1976, it, 
however, declined to 485.,Therefore, it increased to 553 
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in 1978. It. decreased again in 1979 to 519. Tb^ "-
phenomenon is attributable to the fact that there was re-
organisation of routes and schedules in accordance with 
the government policy to run Corporation buses on all the 
nationalised routes and a number of exercises failed to 
materialise. In 1985, the number of routes was 652.7. 
Thus between 1958 and 1981 the Corporation has added 544 
additional routes which workout to be 503.70 percent. The 
growth in the number of schedules is not unsatisfactory 
though there is still scope for it to increase further. 
Prior to the formation of corporation there were 
270 schedules on 108 routes. In 1960 the number of 
schedules increased to 358 on 146 different routes. It 
increased continuously to 840 in 1965 and decreased 
thereafter. Thus the number of schedules was 822 in 1966 
and 717 in 1967. It was due to fall in the number of 
routes. As the number of routes increased in the 
following years, the number of schedules also increased. 
As in the case of routes, the number of schedules 
decreased in 1976, increased thereafter, decreased again 
in 1979 and further increased to 1310 in 1981 and 1292 in 
1985. Between 1959 and 1985, the number of schedules 
increased by 378.52 percent. In Bihar nationalised routes 
account for 36.15 percent of total bus routes which 
cannot be described as satisfactory. Out of the total 
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metalled road length of 1, lakh kms, only 19,200 kms, i.e. 
20 percent are nationalised in Bihar while this percentage 
is as high as 60 in the neighbouring state of U.P. This 
percentage ranges from 65 percent to 75 percent in other 
states. Low percentage of nationalised routes makes 
passenger bus service far from satisfactory . During 1970 
there were 1133 nationalised routes in Bihar and total 
buses which plied on these nationalised routes were 3134. 
This was 36.15% of the nationalised routes to total of bus 
routes. 
Table 10 and 11 show target and implementation of 
BSRTC in different functions under sixth five year plan 
1980-85 and seventh five year plan 1985-90 are being 
depicted in the next page. 
4. Ibid, pp. 35-75. 
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During the sixth five year plan (1980-85) we see 
that BSRTC made a target of expenditures in different 
functions and a comparison to target implementation vras 
slightly in low. rate. 103 new vehicles were purchased 
during 1980-81 as traget was to purchase 206 vehicles in 
1981-82 the purchase of new vehicles was 134 vehicles as 
its target was 202 vehicles. In 1982-83 purchase of 
vehicles decreased slightly and only 100 vehicles were 
purchased as target was to purchase 139 vehicles. Again 
during 1983-84 there was purchase, of 87 vehicles as 
target was to purchase 100 vehicles. During 1984-85 BSRTC 
increased purchasing of new vehicles upto 178. The 
expenditures made for purchase of departmental vehicles 
were 7.60 lakhs as target was to spend 8 lakhs. In 1982 
there was expenditure of 3.20 lakhs and in 1985 it car.e 
down to 0.97 lakhs for purchase of vehicles. 
During the sixth five year plan an emphasis was 
laid for building construction. During 1980-81 the target 
was to spend 40.00 lakhs to construct building but only 
32.50 was spent for this work. In 1981 target of Rs. 40.00 
lakhs was made to construct building but only Rs. 20.00 
lakhs was implemented. In 1982-83 Rs. 26.44 lakhs was 
spent for building construction as comparison to Rs. 15.04 
lakhs in 1983-84 as there was target of onl}' Rs. 4.00 
lakhs. In 1984-85 target was very high upto Rs. 30.00 
lakhs but implementation made by Rs. 11.04 lakhs only. 
The investment for machine tools and plots was Rs. 5.00 
lakhs as target was to invest Rs. 10.00 lakhs in 1980-81. 
During 1981-82 the investment of Rs. 21.20 lakhs was made 
for machine tools and plots and Rs. 12.72 lakhs was 
invested in 1982-83 and Rs. 0.61 lakhs in 1983-84 and 
finally in 1984-85 there was target of investment by 
Rs.26.00 lakhs but Rs. 0.20 lakh was invested. 
EKiring the seventh plan since 1985 to 90 there was 
more target and implementation as comparison to sixth 
plan. In 1985-86 target for purchase of new vehicles was 
made Rs. 655 lakhs but implementation of this target was 
only Rs. 292.49 lakhs. There was target to purchase new 
vehicles was Rs. 940 lakhs in 1986-87, Rs. 554 lakhs in 
1987-88, Rs. 550 lakhs in 1988-89 and Rs. 483.80 lakhs in 
1989-90 but implementation of this target was Rs. 538.73 
lakhs in 1986-87, Rs. 810.51 lakhs in 1987-88, Rs. 396.00 
lakhs in 1988-89, and Rs. 483.80 lakhs in 1989-90. 
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In the seventh plan estimation of Rs. 5.00 lakhs 
was made to spend on departmental vehicles but Rs. 1.20 
lakhs was actually invested in 1985-86. The estimation 
became just double in 1986-87 and actual investment for 
purchase of departmental vehicles was Rs. 2.66 lakhs. It 
increased to Rs. 18.75 lakhs in 1987-88. The departmental 
vehicles purchased was one in 1985-86, one in 1986-87, 14 
in 1987-88 and in 1988-89 and 1989-90 purchase of vehicle 
was nil. 
The amount spent for purchase of land in 1985-86 
was Rs. 6.36 lakhs. The amount spent for building 
construction was Rs. 2.84 lakhs in 1985-86, Rs. 2.83 lakhs 
in 1986-87 and Rs. 10 lakhs in 1989-90 huge amount was 
spent for purchase of machine tools and plots in seventh 
plan. Year wise investment was Rs. 0.02 lakhs in 1985-86, 
Rs. 1.12 lakhs in 1986-87. Its investment for purchase of 
machine tools increased at a high rate and in 1987-88 
there was investment of Rs. 200.00 lakhs in this period. 
In 1988-89 only estimation was made to purchase machine & 
tools but no implementation was there. In 1989-90 there 
was estimation of Rs. 48.70 lakhs for purchase of machines 
and tools and it was implemented by the same amount of 
Rs.48.70 lakhs which is unique case in this financial year 
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1989-90. 
The renovation of old vehicles was nil during 
1985-87, 1987-88, and 1988-89 but in 1989-90 there was 
target of Rs. 175.00 lakhs for renovation of vehicles 
which was implenented. 
The table given below shows the perspective plan 
of BSRTC since 1990-91 to 1999-2000. 
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In the above tables we observe that the BSRTC is 
planning to bring some developments in the years to come. 
In 1990-91 there was investment of 12 crores of rupees and 
in 1991-92 Rs. 14 crores and presently in 1992-93 there 
is chance to invest Rs. 16 crores for purchase of new 
vehicles. 
In this way we see that in 1992-93 onward till 
1999-2000 investment amount for purchase of new vehicles 
will be increased in 1999-2000 it will increase upto 
Rs. 42.5 crores. There is plan to purchase 300 vehicles in 
1990-91, 350 vehicles in 1991-92, 400 vehicles in 1992-93, 
450 vehicles in 1993-94 and in 1999-2000 it ;vill increase 
to 1000 vehicles. 
The BSRTC invested Rs. 0.1 crores for purchase of 
departmental vehicles in 1990-91, 0.15 was invested in 
1991-92. During 1992-93 there is plan to invest Rs. 0.2 
crores for purchase of departmental vehicle. this 
investment will constantly increase by Rs. 0.025 in 
1993-94, 0.3 in 1994-95, 0.35 in 1995-96 and 0.45 in 
1998-99 and 1999-2000. 7 vehicles have been purchased in 
1990-91. 10 vehicles in 1991-92 and 14 vehicles will be 
purchaFed in present financial year l99?-93. It will 
constantly increase in coming financial years. 
There is planning of investment of so-.e amount for 
construction of v;orkshop buildings in 1990-91 Rs. 0.7 
crores was spent for this purpose in 1990-92 the 
investment was Rs. 0.75 crores. In this way investment 
will be constantly increased till 2000. The condemnation 
of new vehicles was 222 in 1990-91, 100 in 1991-92, and 88 
will be in 1992-93. There is planning to add new vehicles. 
The BSRTC added 3000 new vehicles in 1990-91, 350 new 
vehicles in 1991-92 and in 1992-93 there is plan to add 
400 vehicles. In this way it will increase year after year 
since 1993-94 and will increase upto 1000 in financial 
year 1999-2000. 
There was 67% fleet utilisation in 1990-91. 697oin 
1991-92 and there is prediction to utilise 71% in 1992-93. 
It will increase in the coming financial years. There is 
chance of traffic earning in the coming years. Rs. 29.45 
crores was earned in 1991-92, 36.75 crores in 1992-93 and 
in the coming financial years it will further increase. In 
this way it seems that in the coming years BSRTC will 
increase its working condition. And new vehicles addition 
as well as maintenance of workshop buildings, purchase of 
65 
nev; N'ehicles, vehicles utilisation, number of new vehicles 
added, these all will combinedly assist for the 
develop:ient of the BSRTC. The data in table 14 sho\cs 
nunber of new vehicles added to the fleet during 1959-60 
to 1988-89. 
TABLE - 14 
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Year No. of vehicles Plan period 
1959-60 
1960-61 
1961-62 
1962-63 
1963-64 
1964-65 
1965-66 
1966-67 
1967-68 
1968-69 
1969-70 
1970-71 
1971-72 
1972-73 
1973-74 
1974-75 
1975-76 
1976-77 
1977-78 
1978-79 
1979-80 
88 
193 
258 
217 
279 
75 
26 
52 
93 
170 
124 
221 
267 
199 
229 
93 
99 
153 
191 
240 
276 
281 
855 
1040 
536 
Ilnd plan 
Ilird plan' 
IVth plan 
Vth plan 
Contd. 
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1980-81 
1981-82 
1982-83 
1983-84 
1984-85 
1985-86 
1986-87 
1987-88 
1988-89 
138 
141 
101 
88 
179 
19 
225 
226 
189 
647 
659 
Vlth plan 
Vllth plan 
Source: Data collected from the office of BSRTC, Sultan 
Palace, Patna by Resarcher. 
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Nodoubt there are many achievenents of the BSRTC. 
In spite of that some serious problems are faced by this 
Corporation which are being depicted below. 
PROBLEM OF CONGESTION: 
The BSRTC does not allow its vehicles in congested 
area in cities and give permission to private vehicle 
owners in those permitted area of BSRTC and for this 
service some nominal amounts are charged from those 
private vehicle owners. That is why there is a cause for 
inefficient working of the BSRTC. 
ISSUE OF PASS TO SECRETARIAT EMPLOYEES' FREEDOM FIGHTERS, 
MPS, MLAS & SCHOOL GOING CHILDREN: 
The BSRTC has social responsibility to serve the 
masses. The BSRTC buses which operate via secretriat or 
schools etc. allow pass to school going children and 
secretriat employees and perform this service on loss even. 
This is also one of the major points which becomes cause 
of loss. 
OPERATION OF VEHICLES IN NON PROFIT AREAS: 
The BSRTC operates its vehicles in remote and 
backward areas even where no orivate owner operates its 
vehicles, because of fear of loss. That is v:hy there is 
great loss of BSRTC every year. As this corporation has 
social responsibility it accepts loss by providing 
service. Sometimes the BSRTC allows private vehicles to 
operate because of lack of management. There is no nini 
bus, or goods vehicle of the BSRTC. These vehicles ply on 
by private owners and earn more profit than those of 
BSRTC. 
SEIZE OF VEHICLE :FOR LAW AND ORDER: 
District magistrate seizes the BSRTC vehicle for 
maintenance of law and order. Its employees get salary and 
do not serve for the BSRTC but serve for law and order 
till seize of vehicle is oyer. At seizing time 600 rupees 
are given by the DM to the BSRTC out of 24 hours. This 
amount is negligable for the BSRTC and thus increases its 
losses from operations. 
APPOINTMENT OF OFFICERS FOR MANAGEMENT OF BSRTC: 
Government has appointed 5,6 DSP, sub-inspectcrs 
of police etc, out of 3 years. When they started co bring 
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some modifications in the working of the BSRTC for bringing 
the development, they were transferred from ore area to 
another. Government spends Rs. 2.5 lakhs monthly for these 
employees. This huge amount becomes a great loss to the 
BSRTC. 
PASSENGERS OVERTAKE BY PRIVATE VEHICLE: 
The BSRTC driver has mutual understanding with 
private vehicle owners. At the allotted time of the BSRTC 
vehicle, private vehicles takeup those passengers of the 
BSRTC buses. This is done when the BSRTC driver delays its 
vehicle by 5 or 10 minutes. This causes a great loss 
because by the same fuel consumption only very less number 
of passengers are transported. 
SERIOUS COMPETITION WITH PRIVATE VEHICLES: 
The BSRTC buses face serious competition with 
private well maintained video coaches. Passengers react to 
travel by the BSRTC vehicles for long distances because of 
broken windows and unmaintained buses video coaches 
provide very much comforts to passengers. This also causes 
very serious problems to BSRTC. 
LACK OF INTEREST OF EMPLOYEES IN WORK: 
Employees are facing serious unsatisfied condition 
because they have not been paid their salaries for some 
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months. Nov;, az present there is much loss to in BSRTC 
every year. There is lack of fund available with the BSRTC 
which is the cause of not paying salary to the employees 
that is why they are not taking interest in work . 
MINISTERIAL INTERFERENCE: 
Ministers dump into various matters of the BSRTC 
and they donot play an important role for the development. 
They take interest for their own benefits and do not give 
priority for development of road transport. This seriously 
injures the development of road transport in Bihar. 
CONCLUSION: 
From the discussion made above, it can be 
concluded that the operational activities in the road 
transport sector of Bihar have resulted in numerous 
complex problems. As a result of these problems, it 
became, very difficult for decisions to filter from top to 
bottom of the BSRTC well in time. This seriously affects 
the decision naking at the operating levels. It also 
increases unsatisfied condition of employees. When we 
examine the condition of road transport it clearly 
indicates that road transport in Bihar faces serious 
5. Information collected by researcher from BSRTC office 
by Questionnaire. 
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problems of political and ministerial interference, lack 
of interest of employee in working creates very many 
problems for the efficient operation of road transport in 
the state of Bihar. There is lack of fund because of loss 
every year. New road development is in a very low level 
and we can say that stagnancy has taken place in the 
development of road transport in Bihar. 
No doubt the Planning Commission has chalked out 
various developmental plans for the years to come for 
addition of vehicles, fleet utilisation, traffic earnings, 
purchase of new vehicles, construction of workshop 
buildings for the coming financial years till 2000. There 
is chance to invest huge amount for development and making 
the Corporation in such a position where there will be 
profit. There is need of strict control of finance for 
developmental v;orks. This should be implemented with the 
honest efforts of higher authorities in the state. This 
will become clearer when we devote our energies in the 
next concluding chapter. Where we propose to discuss 
general transportation system of Bihar as well as the role 
of the BSRTC and as a whole development and present 
problems of Bihar road transport. The chapter will also 
throw light on the suggestions to make improvements in the 
Bihar Road Transport system. 
C H A P T E R - IV 
FINDINGS AND CONCLUSIONS 
7 3 
CHAPTER - IV 
FINDINGS AND CONCLUSIONS 
In the preceding chapter, an appraisal of the 
working and management of Bihar State Road Transport 
Corporation was made. An analytical study of the various 
problems and issues relating to Road Transport were also 
examined. It v;as pointed out that these problems were the 
main constraints which impede the smooth functioning of 
the Road Transport. This chapter gives the resume of the 
findings and conclusions of this dissertation. 
It has been observed that the Road Transport in 
the state of Bihar is one of the important infrastructures 
which plays' a crucial role in the socio-economic 
development in the state. There are some drawbacks 
attached to this core sector which is the great cause of 
stagnant economy particularly in the state of Bihar. There 
are various areas where no systematic transporting 
arrangement has been made. Rural and village roads are 
still in very bad condition. There are some remote areas 
particularly in the north eastern belt of Bihar where 
there is a great problem- of transportation because of lack 
of efficient road and transporting arrangement. This is my 
personal observation that, except national highway and 
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state highways other types of road like district roads, 
village and rural roads are neglected area. No effort is 
nade by the state govt, to maintain and upgrade the 
transporting arrangement as transport plays the same role 
as vein in human body in transporting blood. 
National highway is managed by central govt, and 
it has to cross states, big cities, metropolitan cities, 
ports, border areas etc. It is the duty of central govt, 
to maintain this important highway. As for as state highway 
is concern. It has to look after by state govt, because 
this road leads to district towns, industrial belts, 
capital and big fairs etc. State govt. is bound to 
maintain state highway. The condition of rural areas is 
worst because of najn availability of efficient road. People 
of these areas only utilise local product; for their 
livelihood. Sometime huge quantity of perishable goods 
destroy because of lack of efficient transport. It has 
been observed that, bulk quantity of goods in nearby towns 
are sold in cheaper rate but in the distance of 40 kns, 
rural area faces high rate of same product because of lack 
of road and transporting arrangement.- The districts like 
Samastipur, Darbhanga, Madhubani, Bettiah, Purnea, 
Saharsa, Vaishali, Muzaffarpur etc. face lack of village 
and rural roads. There is no arrangement of Pucci roads. 
Where there is pucca road no care is given for its 
maintenance. In the advanced countries of the world, there 
7 Q 
is no nuch difference in urbin and rural life. Same 
facility of infrastructure is provided to the citizen of 
urban and rural area. In the United States of America 
people prefer to live in village because of fresh 
atmosphere and availability of infrastructure. The 
condition of India is wholly different. India should take 
the lesson of those advanced nations like Japan, west 
Germany, America etc. These nations have developed 
industrially as well as agriculturally. There are double 
way highways which reduce accident and consumption of time 
and fuel. In India there is need of fresh planning of 
construction of highways. 
We observe that road transport in the State of 
Bihar has been given priority in planning periods. In first 
five year plan, the pattern of management of Bihar State 
road transport was different. During this plan, the 
planning commission provided for a sum of Rs. 8.97 crores 
for investment by state govts in nationalised road 
services. During this plan the provision for road 
development was about 100 crores of which about a quarter 
was to be spent on development of nationalhighways and the 
rest mainly on state roads. The Second plan mainly aimed at 
industrialisation gave emphasis on roads which could help 
in rapid industrialisation of roads in backward areas. The 
Second plan provided for Rs. 246 crores in addition to . 
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''.s. 25 crcres provided from central road f unc". During this 
plan 5000 vehicles were added to the fleets of 
nationalised undertakings of various states. During third 
plan an emphasis was given for the elimination of 
undesirable competition betv;een nationalised railwavs and 
motor transport business. In the fourth plan a provision 
of Rs. 418 crores was made for development programne in 
central sector to bring about improvements in the existing 
network of national highways.Special emphasis was given on 
the development of rural roads and maintenance of existing 
roads. In the fifth plan main emphasis was given for 
completion of work spilling over from the fourth plan, 
construction of bye passes around congested cities, 
replacing railway level crossing with overbridges or 
underbridges, strengthening of pavements and widening of 
two lanes of certain remaining single lane system. Rs.l348 
crores were spent during the fifth plan. During the sixth 
five year plan, more emphasis was laid on integrated rural 
development programme. In the seventh plan an outlay of 
Rs. 5,200 crores on road construction and road transport 
was allocated for(a)progressive removal of deficiencies in 
National Highways and state highways and upgrade them, 
instead of continued expansion of the road network 
(b) plan for a new generation of roads on high density 
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corridors with provision of divided carriage facilities, 
(c) conservation of energy etc. Under the proposed eight 
plan there is every possibility that the 
development of road transport in the country will have a 
particular emphasis since roads provide an important means 
of infrastructural development in the country. 
In various plans emphasis -for development of 
transport and road system Vr7as given. It is observed that, 
road transport :'.n Bihar is still in worst condition. There 
is need of district level vigilence committee to look 
after the condition of roads as well as its management 
from top to bottom. There is need of widening of roads in 
some places as well as river bridges should be double way 
to reduce congestion of vehicles, consumption of fuel and 
wastage of time. Various problems attached to Bihar road 
transport are (1) administrative problems (ii) lack of 
organisation in road transport (iii) problems of amenities 
tp the employees of road transport, (iv) traffic 
congestion (v) problems of road accidents (vi) problems of 
acquisition of land for the road transport (vii) problem 
of finance and investment. 
There is an urgent need to solve these problems 
for bringing efficiency in the transporting system in 
Bihar. There is also need of strict watch of Govt. 
,^ t^ ^ 
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employees and their oroblems. Unless and until employees 
will be motivated by providing bonus and other facilities 
for their livelihood and survival of their children they 
may not take interest in work which will become cause of 
great loss to transport department. At present, it has 
been observed that, BSRTC is suffering great losses year 
after year. A number of vehicles on road have come down 
rapidly from last decade. The condition is that, because 
of loss to the BSRTC employees do not get their salaries 
for few months. This causes internal corruption in the 
management of the BSRTC, Employees donot .take interest in 
work. Size of vehicle of BSRTC by DM for maintenance of 
law and order also creates loss to this department. Very 
nominal amount is paid to the BSRTC by DM for maintenance 
of law and order for the whole day. This causes loss to 
that unit. Issue of passes to MPs, MLAs students, freedom 
fighters etc. causes great loss to the BSRTC. IAS 
officers who get appointment as Commissioner Road 
Transport are transferred soon from one area to another if 
they start strict vigilence and those who are dishonest 
stay for longer time. This is general condition 
particularly in the state of Bihar. 
The BSRTC is dealing for passengers not for goods 
transportation that is why agricultural or commercial 
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developnen . is low in Bihar. The agreement between private 
ov.-ner and government seriously affects functioning of che 
BSRTC. It has been observed that, the vehicle of the BSRTC 
starts journey at fixed time. Sometime it happens that 
drivers delay the vehicle of BSRTC for sometiae and 
private vehicle owners take over the passengers and the 
BSRTC vehicle plys empty on roads for distant areas. For 
this delay arrangement drivers take some hidden-amount from 
private vehicle owners. It has been seen that the BSRTC 
vehicles which are in minor defects are sent to workshop 
and they remain idle without repair for long time and they 
are auctioned of low rate and money goes to the pockets of 
dishonest staffs. These shortcommings are responsible for 
the inefficient working of the BSRTC. 
Since 1967 there has been continuous increase in 
the number of routes till 1975. The number of routes 
increased from 306 in 1967 to 546 in 1975. However, in 
1976 the number of routes decreased to 485. It was due to 
political turmoil in the country which caused a number of 
buses to be pressed into service for maintaining law and 
order on the one hand. The number of routes thereafter 
increased to 553 in 1978. It decreased again in 1979 to 
519. In 1985 the number of routes was 652. Thus between 
1959 and 1981 the Corporation has added 544 additional 
routes which workout to 503.70 percent. A high percentage 
80 
of dead routes is also one of the reasons for losses 
incurred by the corporation. 
The corporation was an earning organisation till 
1963-64. In 1964-65 it incurred a net loss of Rs. 20 
lakhs. Since then net loss went on increasing. In 1966-67 
it was Rs. 1 lakh. However, it improved its operations and 
attempted to reduce its net losses and finally again 
carried net profit of Rs. 22.98 lakhs in 1971-72 but it 
was a tamperory phase. After that year, the Corporation 
has constantly been running at a loss in 1982-83 its net 
loss was as high as Rs. 9.5 crores. The weak capital 
structure of the BSRTC has entered into a vicious circle 
which is responsible to a large extent for its poor 
condition. The BSRTC receives its substantial portion of 
capital from the central and state governments as also 
from the market loans. The BSRTC should be treated as a 
sick industrial unit. The Bihar Government should advance 
its interest free loan, at least for five years. Thus, 
there is a need to overhaul its financial condition with a 
doze of sound financial management technique. There is 
every reason to admit that corporation can become a 
successful organisation if its organisation and working 
is improved with the help of bureaucrats, governmental 
agencies and citizens of the state. 
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